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NEW  YORK  CENTRAL  LINES: 


ANALYSIS. 

The  New  York  Central  Lines,  since  Jnne  30tli,  1910,  have  added 
one  hundred  and  fifty-nine  million  dollars  (S159, 000,000)  to  the 
property  which  they  devote  to  public  use.  The  gross  operating’ 
revenues  have  increased  forty-nine  million  dollars  (.^19,000,000) , 
net  operating  income  has  increased  .$3,765,590,  and  other  income 
has  increased  slightly,  and  yet  the  whole  system  had  in  the  year 
just  closed  .$3,281,730.00  less  net  eori^orate  income  than  in  1910. 
The  dividends  declared  in  1913  were  over  four  million  dollars 
less  than  in  1910,  notwitlrstanding  the  increase  of  $19,000,000  in 
the  gross  operating  revenue. 

In  other  words,  since  Jnne  30th,  1910,  there  has  been  added 
to  the  property  investment  about  $1,000,000  a week,  while  the  net 
corporate  income  in  1913  was  less  by  about  $63,000  a week  than 
in  1910,  indicating  that  exj^ansion  of  business  has  caused  a net 
loss  to  the  stockholders. 

The  road  has  been  extended  less  than  sixty  miles  and  only 
about  $16,000,000  of  the  amount  expended  has  gone  into  the 
Grand  Central  Terminal  during  these  three  years.  The  money 
has  been  spent  for  improvements  and  additional  facilities  re- 
cpiired  to  rezider  adequate  public  service.  And  the  additional 
facilities  have  been  necessary  to  enable  the  road  to  handle  the 
enormous  increase  in  traffic. 

In  the  freight  service  alone,  this  increase  represents  the  addi- 
tion of  67  tons  (or  11%)  to  the  load  of  every  train  and  the  run- 
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ning  of  24,711  more  freight  trains  than  in  1910.  And  yet  there 
is  left  to  show  for  this  service  $9,000  a day  less  than  there  was  in 
1910. 

In  the  statement  for  the  New  York  Central  Lines  there  are 
inehided  the  New  York  Central  & Ilndson  River  Railroad  Com- 
pany, the  Michigan  Central,  the  Lake  Shore,  the  Pittsburg  & 
Lake  Erie,  the  Big  Four,  the  New  York,  Chicago  & St.  Louis,  the 
Lake  Erie  & AVestern,  the  Chicago,  Indiana  & Southern  and  the 
Toledo  & Ohio  Central  and  other  operating  companies,  together 
with  tlieir  leased  and  operated  lines.  A full  list  of  the  corpora- 
tions included  in  the  system  statement  is  submitted  with  this. 

For  the  purpose  of  eliminating  duplications,  the  figures  for 
the  coi-porations  in  the  system  have  been  comlhned  so  as  to  ex- 
clude all  intei’corporate  holdings  of  stocks  or  l)onds.  Trackage 
rights  between  roads  within  the  system  have  been  eliminated  in 
the  mileage  statistics.  AYhere  operating  companies  have  come 
into  the  system  during  the  period,  figures  have  been  taken  for 
these  companies  as  reported  to  the  Interstate  Commerce  Com- 
mission prior  to  their  acquisition.  AVhere  it  w^as  not  possible  to 
secure  exact  data  for  all  the  years  of  the  peiuod,  the  statement  is 
made  on  the  l)asis  of  the  earliest  obtainable  information.  Two 
Canadian  roads,  the  Ottawa  & New  York  and  the  Toronto,  Hamil- 
ton & Buffalo,  whose  reports  were  not  available,  are  not  included. 
Several  teianinal  companies  in  which  one  or  more  of  the  .system 
companies  have  part  interest  through  ownership  of  stock  hut 
which  are  operated  independently,  are  not  included.  The  Grand 
Central  Terminal  and  other  terminals  owned  are  included. 

This  comsolidated  statement  brings  out  some  significant  facts. 
The  first  is  the  low  average  rate  of  return  which  the  wdiole  system 
is  able  to  eaiai  u])on  the  investment  in  road  and  equipment.  The 
highest  rate  for  any  year  of  the  eleven  reported  was  that  of  1910, 
when  the  rate  was  only  5.89%.  The  average  for  the  first  ten 
years  was  5.07%,  and  for  1913  the  rate  was  only  5.17%. 

This  rate  of  return  is  based  upon  a property  investment  that 
will  compare  favorably  with  any  other  road  of  the  same  class  in 
the  United  States.  At  the  close  of  the  period  covered,  this  invest- 
ment, which  includes  the  cost  of  equipment,  reached  a total  of 
$52,112  per  mile  of  all  tracks,  or  $78,710  per  mile  of  all  main 
tracks.  These  lines  serve  22  of  the  50  cities  in  the  Imited  States 
having  a popidation  of  100,000  or  more.  Located  as  they  are  in 
the  most  densely  populated  section  of  the  Country,  it  follows  that 
the  enlargement  of  its  terminals  and  other  track  facilities,  which 
is  constantly  in  process,  involves  relatively  high  costs. 

Another  .significant  fact  is  the  growth  in  traffic.  AATiile  the 
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average  revenue  per  ton  mile  and  per  passenger  mile  has  re- 
mained at  practically  the  same  level,  passenger  miles  have  in- 
creased 53%  and  ton  miles  66%.  To  take  care  of  this  growth 
in  traffic  it  has  been  necessary  to  increase  the  investment  52%. 
This  indicates  a greater  utilization  of  capital,  but  capital  costs  a 
great  deal  more  than  it  did  in  the  first  years  of  the  period. 

The  year  1913  shows  a large  increase  in  operating  revenues, 
18.76%  over  1910,  but  operating  expenses  increased  23.59%  and 
taxes  32.28%  ; leaving  the  operating  income  only  1.91%  greater 
than  it  was  in  1910.  This  latter  increase  was  more  than  absorbed 
by  the  larger  expenditures  classed  as  “other  deductions”  from 
income  and  by  higher  fixed  charges,  so  that  the  ]iet  corporate 
income  was  7.52%  less  than  1910.  During  1913  the  Nev,’  York 
Central  Lines  increased  their  earnings  from  operations  l)y  nearly 
forty-nine  millions  of  dollars  over  1910,  but  after  paying  out 
necessary  expenses,  they  had  less  net  corporate  income  than  in 
1910  by  Hi3,281,730. 

Instead  of  the  added  revenue  since  1910  being  sufficient  to 
meet  the  increased  expenses,  the  system  in  1912,  sustained  a loss 
of  5.14%  in  operating  income  and  of  5.59%  in  net  operating  in- 
come. The  figures  for  1911  were  even  lower  than  those  for  1912. 
The  net  corporate  income  was  29%  less  in  1912  than  in  1910, 
while  amount  of  dividends  decreased  8.79%. 

The  year  1913  shows  some  improvement  in  respect  of  operating 
income  and  net  operating  income,  both  having  increased  over 
1910  by  a small  percentage;  but,  as  has  just  been  pointed  out,  the 
increase  in  fixed  charges  more  than  offset  the  gain  in  these  items. 

TAXES. 

Taxes  liave  grown  at  a rate  greater  than  either  revenues  or 
operating  expenses.  In  1913,  they  absoi’bed  14.4%  of  the  net 
operating  revenues.  In  that  year,  taxes  required  an  amount 
equal  to  64.5%  of  the  total  dividend  disbursements. 

NET  CORPORATE  INCOME. 

If  we  take  the  total  sum  of  income  available  for  payment  of 
interest  and  dividends  and  refer  it  to  the  total  amount  of  capital 
obligations  outstanding,  we  find  that  the  percentage  of  income 
to  obligations  was,  in  1903,  5.39% ; in  1910,  6.29% ; and  in  1913, 
5.95%,  and  but  5.35%  for  the  ten  year  average.  Out  of  this  must 
come  not  merely  the  interest  and  dividends  paid,  but  also  the 
surplus  or  margin  necessary  to  furnish  reasonable  security  for 
the  continuance  of  these  payments. 

The  net  corporate  income  shows  an  average  ratio  to  capital 
stock  outstanding  for  the  ten  yeai’S  of  8.68%.  In  1903,  it  was 
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7.90%,  in  1910,  11.59%,  and  in  1913,  11.08%.  This  apparently 
high  ratio  is  due  entirely  to  the  small  proportion  borne  by  capital 
stock  to  total  capital  obligations.  This  proportion  of  stock  to 
total  capital  obligations  has  fallen  from  34.69%,  in  1903,  to 
27.71%  in  1913,  mainly  by  reason  of  elimination  of  stocks  ac- 
quired. The  average  dividends  paid  on  capital  stock  were  5.20% 
in  1903,  6.35%  in  1910,  5.44%  in  1913,  and  an  average  of  5.54% 
for  the  ten  years. 

In  the  ten  years  to  1913  the  increase  in  accumulated  surplus 
was,  in  round  figures,  ^30,000,000,  not  enough  to  maintain  the 
ratio  of  6.8%  that  the  surplus  had  to  total  capital  obligations 
outstanding  in  1903,  the  ratio  in  1913  Iteing  6.6%. 

CAPITAL  OBLIGATIONS  AND  INVESTMENT. 

The  capital  obligations  during  the  ten  years  1903-1913  have  in- 
creased 57.68%,  while  the  proimrty  investment  has  increased 
52.13%.  Tliat  tlie  investment  i:)er  mile  of  all  tracks  owned  has 
increased  22.58%  is  attributable  largely  to  the  demands  for 
terminals,  electrification  of  urban  lines,  rails,  bridges,  signals, 
rolling  stock  and  other  improvements  which  increase  the  cost  per 
mile. 

The  capital  obligations  outstanding  should  he  compared  with 
the  Property  Investment  account  with  due  consideration  to  other 
investments  which  are  not  represented  in  the  statement. 

The  consolidated  balance  sheet  for  1912  shows  investments 
other  than  those  in  subsidiary  companies,  having  a book  value 
of  ^50,790,632.  In  adtlition  to  this,  all  of  these  com})anies  neces- 
sarily carry  working  assets,  including  material  and  supplies,  the 
net  total  value  of  which  amounts  to  many  millions.  These  facts 
indicate  that  the  relation  of  the  capital  obligations  outstanding 
to  the  projierty  of  the  corporation  as  shown  on  the  statement  is 
conservative. 

The  cost  of  conducting  railway  operations  tends  to  increase 
constantly.  This  is  reflected  in  higher  wages,  higher  prices  and 
highei"  interest.  The  following  computation  has  lieen  made  from 
the  reports  of  the  N.  Y.  C.  & H.  R.  R.R.  showing  the  consumption 
of  rails,  the  price  of  which  has  not  risen  within  the  ten  years,  but 
has  risen  greatly  since  1898. 

Rails  laid  per  mile  of  main  track  operated : 


YEAR 

TONS 

1903  

6.46 

1905  9.80 


1910  

11.69 

1912  

12.49 
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The  best  type  of  passenger  locomotives  cost  $20,770  in  1903; 
$25,050  in  1912. 

Freight  locomotives  increased  in  cost  from  $19,213  to  $27,350 
each  in  the  same  time. 

In  1903  passenger  ears  cost  $10,860  and  today  $17,050.  The 
nev’  ones  are  steel,  bnt  carry  no  more  passengers. 

A box  ear  cost  $811  as  against  $872,  and  a coal  ear  $779  as 
against  $876. 

In  1903  the  N.  Y.  C.  & II.  II.  R.R.  was  able  to  l)orrow  money 
with  which  to  make  imiDrovements  at  a rate  of  a little  more  than 
PPi’  annum.  Today,  that  road  is  paying  nearly  5%  upon 
borrowed  money.  At  this  rate,  a new  passenger  ear  in  1903  re- 
quired an  annual  outlay  of  about  $100  for  interest,  whereas  today 
the  road  must  find  nearly  $850  a year  for  a car  of  the  same 
capacity.  Freight  locomotives  have  increased  1.1  tons  or  3%  in 
tractive  power,  but  require  an  annual  outlay  of  $1,367  for  inter- 
est against  $692  in  1903. 

The  ten  year  statement  shows  the  great  increase  in  the  i^lant 
and  the  traffic,  the  rise  in  expenses,  taxes  and  fixed  charges  and 
that  increased  business  brings  no  greater  return.  It  does  not 
reflect  the  problems  immediately  ahead  of  the  management,  such 
as  finding  revenues  out  of  which  to  enlarge  the  plant  to  take  care 
of  the  greater  business  and  to  provide  facilities  of  the  character 
that  the  public  will  require. 


List  op  Corporations  included  in  New  York  Central  Lines’ 

Statement. 

Rattle  Creek  & Sturgis  Railway, 

Bay  City  & Battle  Creek  Railway, 

Beaver  & Ellwood  Railroad, 

Beech  Creek  Railroad, 

Beech  Creek  Extension  Railroad, 

Benton  Harbor  Extension, 

Boston  & Albany  Railroad, 

Buchanan  & St.  Joseph  River  Railroad, 

Buffalo  Erie  Basin  Railroad, 

Cairo,  Yineennes  & Chicago  Railway, 

Canada  Southern  Railway, 

Canada  Southern  Bridge  Co., 

Carthage  & Adirondack  Railway, 

Carthage,  'Watertown  & Sackets  Harbor  Railroad, 

Central  Trunk  Railroad, 

Cherry  Tree  & Dixonville  Railroad,  (half) 

Chester  & Becket  Railroad, 
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^Chicago,  Indiana  & Southern  Railroad, 

Chicago,  Indianapolis  & St.  Louis  Short  Line  Railway, 
"^Chicago,  Kalamazoo  & Saginaw  Railway, 

Chicago  & State  Line  Railroad, 

Cincinnati,  La  Fayette  & Chicago  Railroad, 

^Cincinnati  Northern  Railroad, 

Cincinnati,  Sandusky  & Cleveland  Railroad, 

Cincinnati,  AVabash  & Michigan  Railway, 

Cincinnati  & Southern  Ohio  River  Railroad, 
Cincinnati  & Springheld  Railway, 

Clearfield  Southern  Railroad, 

^Cleveland,  Cincinnati,  Chicago  & St.  Louis  Railway, 
Cleveland  Short  Line  Railway, 

Coluinl)us,  Hope  & Greensburg  Railroad, 

Columbus,  Springheld  & Cincinnati  Railroad, 

Cornwall  Bridge  Company, 

Danville  & Indiana  Harbor  Railroad, 

^H)etroit  & Charlevoix  Railroad, 

*Dayton  & Union  Railroad, 

Detroit  Belt  Line  Railroad, 

Detroit,  Delray  & Dearborn  Railroad, 

Detroit,  Hillsdale  & Soutliwestern  Railroad, 

Detroit  Alanufacturers’  Railroad, 

Detroit,  Alonroe  & Toledo  Railroad, 

Detroit  River  Tunnel  Co., 

Detroit,  Toledo  & Alilwaukee  Railroad, 

’•■■'Dunkirk,  Allegheny  A^alley  & Pittsburg  Railroad, 
Detroit  & Bay  City  Railroad, 

Detroit  & Chicago  Railroad, 

Dolgeville  & Salislmry  Railway, 

East  Chicago  Belt  Railroad, 

Elkhart  & AVestern  Railroad, 

PI  11  wood  Connecting  Railroad, 

Erie  & Kalamazoo  Railroad, 

Evansville,  Alt.  Carmel  & Northern  Railway, 

P^airland,  Ph-ankliu  & Alartinsville  Railroad, 

P"all  Plrook  Railway, 

PT)!’!  AVayiie,  Cincinnati  & Louisville  Railroad, 

P"t.  AVayne  & Jackson  Railroad, 

Ph’anklin  & Clearheld  Railroad, 

*Fulton  Chain  Railway, 

Geneva,  Corning  & Southern  Railroad,  ■ 

Gouverneur  & Oswegatchie  Railroad, 


* Operating  roads. 
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Grand  River  Valley  Railroad, 

Harrison  Branch  Railroad, 

Hudson  River  Bridge  Co., 

^Indiana  Harbor  Belt  Railroad, 

Indiana  Harbor  Railroad  Co.  of  Illinois, 

Indiana  Harbor  Railroad  Co.  of  Indiana, 
Indiana,  Illinois  & Iowa  Railroad, 

Jackson  Coal  Railroad, 

Jackson,  Lansing  & Saginaw  Railroad, 
Jamestown,  Fraiiklin  & Clearfield  Railroad, 
Jamestown  & Franklin  Railroad, 

Jersey  City  & Bayonne  Railroad, 

Joliet  & Xortbern  Indiana  Railroad, 

Kalamazoo,  Allegan  & Grand  Rapids  Railroad, 
Kalamazoo  & South  Haven  Railroad, 

Kalamazoo  & AYbite  Pigeon  Railroad, 

*Lake  Erie,  Alliance  & "Wbeeling  Railroad, 

*Lake  Erie  & Pittsburgh  Railway,  (half) 

*Lake  Erie  & AVestern  Railroad, 

*Lake  Shore  & Michigan  Southern  Railway, 
Lamsing  Alannfacturers’  Railroad, 

Lansing  Transit  Railway, 

*Little  Falls  & Dolgeville  Railroad,  (to  Apr.  13) 
^Louisville  & Jeffersonville  Bridge  Co., 
Mahoning  Coal  Railroad, 

Alahoning  & Shenango  AMlley  Railway, 
Alahoning  State  Line  Railroad, 

Alahopac  Falls  Railroad, 

Alichigan  Air  Line  Railroad, 

*AIiehigan  Central  Railroad, 

Alichigan,  Alidland  & Canada  Railroad, 

Alohawk  & Alalone  Railway, 

*AIount  Gilead  Short  Line  Railway, 

New  Jersey  Junction  Railroad, 

*New  Jersey  Shore  Line  Railroad, 

*New  York  Central  & Hudson  River  Railroad, 
New  York  Central  Niagara  River  Railroad, 
"^New  York,  Chicago  & St.  Louis  Railroad. 

New  York  &Fort  Lee  Railroad, 

New  York  & Harlem  Railroad, 

New  York  & Ottawa  Bridge  Co., 

New  York  & Ottawa  Railway, 

New  York  & Putnam  Railroad, 

* Operating  roads. 
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Niagara  Falls  Branch  Railroad, 

North  Brookfield  Railroad, 

Northern  Central  Michigan  Railroad, 

Northern  Ohio  Railway, 

Oswego  & Rome  Railroad, 

*Peoria  & Eastern  Railway, 

Pine  Creek  Railway, 

Pittsburg,  iMcKeesport  & Yonghiogheny  Railroad, 
Pittsburg  & Eastern  Railroad, 

^Pittsburg  & Lake  Erie  Railroad, 

Pittstield  & North  Adams  Railroad, 

Providence,  Wel)ster  & Springfield  Railroad, 
*Ra(piette  Lake  Railway, 

Rome,  Watertown  & Ogdenshurg  Railroad, 

St.  Clair  & AVestern  Railroad, 

St.  Joseph,  South  Bend  & Southern  Railroad, 

St.  Lawrence  & Adirondack  Railway, 

Saline  A'alley  Railway, 

Shenango  A^alley  Railroad, 

Silver  Creek  & Dunkirk  Railroad, 

Springfield  Union  Depot, 

S2)nyten  Dnyvil  & Port  Alorris  Railroad, 

State  Line  & Stony  Point  Railroad, 

Stewart  Railway, 

Sturgis,  Coslien  & St.  Louis  Railway, 

Swan  Creek  Raili'oad, 

Syracuse,  Ceneva  & Corning  Railway, 

Terminal  Railroad, 

^Terminal  Railway  of  Buffalo, 

Tivoli  Hollow  Railroad, 

Toledo,  Canada  Southern  & Detroit  Railway, 
^Toledo  & Ohio  Central  Railway, 

Tonawanda  Island  Bridge, 

Trey  & (Ireenhnsh  Railroad  Association, 

Uica  & Black  Rivei'  Railroad, 

\T*rnon,  Oreeiishurg  & Rnshville  Railroad, 
AAhdlkill  Valley  Railroad, 

Ware  River  Railroad, 

West  Shore  Railroad, 

AVhite  AVater  Railroad, 

AMughiogheny  Northern  Raihvay, 

Zanesville  Terminal  Railroad, 

‘■■‘Zanesville  & AArestei'n  Railway, 

* Operating  roads. 
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The  following  corporations  are  not  included  in  the  statement.  They  are  independently  operated 
terminals  and  railroads  in  which  the  New  York  Central  Lines  have  an  interest  through 
ownership  of  a part  of  the  stock: 


TERMINAL  COMPANIES 

1 Akron  & Barbeton  Belt  R.R., 

2 Boston  Terminal  Co., 

3 Central  Union  Depot  Ry.  Co.  of  Cincinnati, 

4 Dayton  Union  Ry.  Co., 

5 Detroit  Terminal  R.R.  Co., 

6 Indianapolis  Union  Ry.  Co., 

7 Muncie  Belt  Ry.  Co., 

8 Terminal  Ry.  Assn,  of  St.  Louis, 

9 Toledo  Terminal  R.R.  Co., 

10  Troy  Union  R.R.  Co., 

11  Union  Depot  Co., 


Akron,  O. 

Boston,  Mass. 
Cincinnati,  O. 
Dayton  O. 
Detroit,  Mich. 
Indianapolis,  Ind. 
Muncie,  Ind. 

St.  Louis,  Mo. 
Toledo,  O. 

Troy,  N.  Y. 
Columbus,  O. 


RAILROAD  COMPANIES 

1 Calumet  Western  Ry. 

2 Central  Dock  & Terminal  Ry.  Co. 

3 Central  Indiana  Ry.  Co. 

4 Kankakee  A Michigan  Ry.  Co. 

.5  Kankakee  & Seneca  Ry.  Co. 

6 Missouri  & Illinois  Bridge  Belt  R.R.  Co. 

7 Monongahela  R.R.  Co. 

8 Ottawa  & New  York  Ry.  Co. 

9 Peoria  & Pekin  Union  Ry.  Co. 

10  Pittsburgh  Chartiers  A Yougbiogbeny  Ry.  Co. 

11  Queenstown  Suspension  Bridge  Co. 

12  Rutland  R.R.  Co. 

13  Toronto,  Hamilton  A Buffalo  Ry.  Co. 


